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1. On all the rail lines I ever saw in the USSR (Buropean and trans-Siberian lines)
the ties vere creosoted wood. I am sure that I never saw steel or concrete ties
in the USSR -- even on lines where unusually heavy loads were being carried.
Every line had special creoscting plants located at specified intervals. I
recall that these vejre “wo sreosoting plants on the line between Leningrad and
Moscow. The ties werz made of soft wood -- frequently of pine. Soft wood was
used in preference to hard vood because of ite shock absorbines aualities. The
ties were not pre-bored. There waz & metal plate whic: .| ardon bl sl
(between tne rail and the tie) and the plate had two holes in it 1or tue lurge
nails which held the rail to the tie.

2. I do not know vhat the average lLife of a tie was on the Soviet railroads, but
it must have varied quite a bit. On the main lines (such as Moscow- Leningrad)
there was a railroed worker stationed along each kilometer of track, whose
sole Jjob it was to inspect the track. He looked for cracks in the rails,
examined ties and made sure the nails holding the ralls down were secure. Waen
the tiles reached a certain degree of softness he had them taken off the main
line and tranrsferred to a secondary line. The worker who inspected the track
lived on railroad property souewhere along the kilometer he was responsible
for, and he made trips back and forth alcag his ascigned pilece of track from
daylight until dark.: On the main lines where there were double tracks, he
wag responsible for inspecting both tracks f'or one kilometer,

3. There vere aiffereant ‘adcs of t4cs on the railzcads - they differed both in
<5

an
size and quality -- and the type used depended on the maximum welght carried
on the line. On main lines the ties were heavier and closer together because
they carried heavier loads. Light rails were used in the far north over frozen
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cartn and lighter ties wo-e also used there.

L. I do not remember the :pecific dimensions of <he rails, but I do remember that
they were classified as "A-1", "A-2", etc, according to the maximum wveight
they eould carry. The "A-1" reil could support about 16 tons per axle. This
rail was used on the main liner. "A-2" railscould support 12 to 14 toms per
axle, andcwere used cn secondary lines, or lines where there was less traffic.
There were clessifications belov "A-2" for rails used on lines going into
Jfactories, for lumber linec, and in the western part of the USSR where the
lines ran to the peat tozs.

5. As I recell, re-rcllez razl: wers used only in case of a shnortage of rails.

6. Shortly before World Wer II <the "E"-type lccomotive (1-6-0), with a steam
"over-heater" (literal translation of a device to "dry out" the steam in order
to increase efficiency), on a freight trein made up of 115 cars of 16 tons each,
would use one and one-halr tons of average coal for a 75 to 80 km run., This
would be a train of 115 tkousand pud {(one pud 1s equal to 16 kg). The "steam
over-heater" which increased the efficiency for the locowmotive, directly
affected the consumption cf fuel.

7. The amount of passenger traffic in the USSR was comparatively smull.. There
vas always a shortage of paszenger trains, more of a demand for them than there
were trains available. The percentage of passenger trains was always lcw
compared to the freight traffic.

8. There was alwaeys an attempt tc have rail traffic use local fuel where it was
bossible to do so. In the north only the passenger trains burned oil. Diesel
was used on fast corridcr trains and on lines where there were steep climbs. On
the lines in the Leningrad area and the Lake Baiksl area a suostance called
"slanzy" (not peat) was burned in the locamotives. This vas a form of earth
which burmed easily, and use cof this material saved wood. This material was also
found in the region of Kingessep, Estonia. Use of "slanzy' required a modirica-
tion of the burners on locomotives because it produced more ashes than wood did.
On the European plains this type of fuel was widely used. The suburban lines
around Moscow and other cities ran on electricity.

9. On a typical long-distance corridor passenger train between Moscow and Leningred,
a distance of 609 km, two locomotives would be used (one would take the train
half way and another one would pick it up and teke it the rest of the vay). If
the locomotives happened tc burn ccal or local fuel there would be a crew of
three on each of them. If the locomotiver were -'iiicl each one would have a
crew of two. Assuming that there would be 13 or l4 cars on the train (four-
axle care) there would be a crew of [ive men working on the cars. This was
the number of trainmen operating the trains when I left the USSR (1943) and
I assume that there are 5till about the seme number.

10. On a typical freight train there would be & erew of three on the locomotive.
The maximum number of cars on a freight train was 115 small cars, but the
average size was 80 or 85 cars (of varying sizes). There were three conductors
on an average freight train -- one of them, the main conductor, was in one of
the first cars; one was in a mzddle caxr; and the third was in the last car and
was responsible for giving the eignals; ete. An additional man was sometimes
added to the train crew for special loads.

1. Rallroad personnel had a vas:ic schedule of eight hours per day, six days per
week., Employces were permitted to work overtime only when there was a shortage
of personnel. Ordinarily when an employee worked for a certaln period of time
he was off-duty for double the length of time he worked. Thus if he worked an
eight-hour day he would be off for 16 hours, If a trainman worked for 2l hours
(as 1in the case of the Moscow-Leningrad run where he would be 10 or 11 hours
out and the same number of hours on the return trip, with one or two additional
hours for finishing up his husiness at the end of the tiip) he would have 48
hours off. When an employee worked overtime » however, he might work 10 hours
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paid overtime for the extra two hours, but he would have on.y 16 hours

off. | In other words he did not receive compensstory time off for working
overtime. On holidays the railrced personnel who worked drew either double

pay or
earned
unused

double relief time. It was possible for employees to forego their
vacation time and be paid for it instead. Money they received for
vacation time was not taxable.
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